il I ] R ML IVIELY ) a'a'h:"ﬁz" gt (m
UNITED STATES COAST GUARD OMMANDANT SMVI-3)
WASHINGTON, D.C. 20228

. 5943/HANSEATIC
C-3 Bd
89 SEP 166

Commandantts Action
on

The Maripe Board of Investigation convensd to investigate
the fire on board the German passenger vessel SS HANSEATIC
on 7 September 1966 at New York, N. Y.

The record of the Marine Board of Investigaticn convened to investigaie
subject casualty, together with the findings of fact, conclusions and
recommendations, has been reviewed and is approved subject to the
following comments

A detailed comparison of the structural and equipment standards which
were applicable to the 58 HANSEATIC and those that are applicabls to
large ocean-going passenger wessels of the Unlied States 1s beling cone
ducted by the Technical Division of the Office of Merchant Marine
Safety and will be the subject of a supplemental raport to this

W. I. SMITH
Admiral, U..8. Coast Guead
Commandeant
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Address reply to:
TREASURY DEPARTMENT ey

UNITED STATES COAST GUARD 3RD COAST GUARD DISTRICT
U. 5. CUSTOM HOUSE
NEW YQRK. N. Y. 10004

5943/02L065
22 September 1966

From: Marine Board of Investigation
To: Commandant (MVI)

Subj: German 5S HANSEATIC, O.N. 9962; fire occurring on 7 September 1966
gt New York . !

FINDINGS OF FACT

1. At approximately 0730 EST on 7 September 1966, while the Germen
pasgenger vessel SS HANSEATIC lay at Pier B4, North River, New York,

New York, a fire started in the Diesel Generator Room at B Deck level
when fuel from a leaking fuel line on her No. b diesel generator ignited.
The fire subsequently carried up an intake ventilator through seven decks
above before it was finally brought under control by the New York City
Fire Department at approximately 1430 the same day. There were no
reportable personal injuries, As a result of the fire the vessel
suffered damage estimated at approximately $1,000,000.

2, The S8 HANSEATIC, 0.N. 9962 is a passenger vessel 674 feet in length,

- 48,6 feet depth, 30,030 gross tons., The vessel was built in 1930 at
Glasgow, Scotland. Her home port is Hemburg, Germany. She is a twin

screw turbine vessel of 34,000 shp. Her owners are HAMBURG -~ ATLANTIC

LINE and her local sgent is Home Lines, Ine. .Her Master is Ernst Langlott.

3. The weather was clear and fine and was not a factor in the casualty.

4, The 58 HANSFATIC {(ex S8 EMPRESS OF JAPAN, ex 55 EMPRESS OF SCOTLAND,
ex S8 SCOTLAND) upon her transfer to the Cerman flag in 1958 underwent
alterations and renovations in the passenger areas. At the time the fire
occurred, the vessel was maintained in’ class with the American Bureau of
Shipping and German Lloyds, The vessel's Home Safety Certificate expiresa
on 15 December 1966. She was issued a Certificate of Examination for

. Foreign Pessenger Vessels on 28 January 1966 at Miami, Florida. Her last
quarterly reinspection was completed on 1l August 1966 at New York, N. Y.,
indicating the vessel was in compliance with the Safety Certificate
required by the International Convention for the Safety of Life at Sea
(soLAs 60). -
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5, The vessel was constructed with eleven watertight bulkheads and six
mein vertical fire zones. Her machinery spaces included Boiler Room No. 1,
Boiler Room No. 2, Diesel Generator Room and Main Engine (Turbine) Room.
In addition to four generators in the Diesel Generator Room located
forward of the Turbine Room (freme 91 - 100), the vessel also was
equipped with two steam driven turbo-generators located one on either
side of the Turbine Room at frame 87. The four diesel generators were
rated at 1300 smperes each and the turbo-generators at 3800 amperes each.
The two turbo-generators were capable of carrying the electrical load.
However, it was normal operating practice to split the load between the
two turbo-generators and two diesel generators. The fouxr diesel
generators were furnished air by means of a mechanical supply. The
ducts, located at frame 97, started on either side of the after funnel
and passed straight down through all the decks terminating in branches
over each diesel engine. The blower motors were located on the
Navigating Deck. Both ducts were fitted with balancing dampers at the
termination of the branches over each diesel engine end with a positive
closing damper at the Navigating Deck level. From the A Deck to a
location between the Upper and the Promenade Decks the ducts, measuring
approximately 4' by 4-1/2', passed up the outboard after corners of an
escape trunk, measuring 10' by 20', located abaft the bulkhead &t

frame 100. At the Upper Deck level the escape trunk passed forward of
frame 100 into the fidley but the vent ducts continued straight up to
the Navigating Deck, The escape trunk from A Deck to the Upper Deck

was insulated with sheet asbestos except on its forward bulkhead which
was common to the boiler casing. The insulated areas included the
jinboard and forward sides of the vent ducts. The outboard and after
sides of the vent ducts faced the passenger areas and were not insulated.

6. The SS HANSEATIC arrived in New York at 1200 on 6 September 1966.
She was scheduled to sail at 1130 on 7 September 1966 with embarkation
of passengers to commence at 0800. At 0730 the watch-standing fourth
engineer, Walter Braune, who was in charge of the watch in the Turbine
snd Diesel Generator Rooms, heard a knock in the No. 4 diesel generator
Jocated on the starboard side of the Diesel Generator Room. At this
time the No. 1 and No. b diesel generastors were on the line together
with the turbo-generators. He told the two engineer aspirants (cadets)
then on watch to shut down the No. 4 diesel generator. He ealled the
switchboard room and told the watch electrician to take No. L diesel
generator off the line. He then proceeded immediately to the Diesel
Generator Room and saw that although the cadet had attempted to shut
down the diesel engine it continued to run. Diesel fuel was observed
to be gpurting from the low pressure gravity feed fuel line above No. 5
cylinder on.the No. L diesel generator and to suddenly ignite. Braune
sounded the engineers' alerm and all three men attempted to extinguish
the flames with the hand portable fire extinguishers immediately '
gvailable in the area.




7. The engineers' alarm sounded in the engineers' office and quarters
located on the Sun Deck, Staff Chief Engineer, Hartmuth Dietrich,
proceeded below and observed the fire from the Turbine Roocm doors aft
of the Diesel Generator Room. He then went forward through the Diesel
Generator Room to the door to Boiler Room No. 2 and from this position
he and other crew members attempted to extinguish the fire with the
semi-portable foam extinguishers obtained from the two Boiler Rooms.
When he commenced using this portable equipment the fire was concen-
trated at the upper level and the foam was being directed on the flames
from the lower level through the gratings at the engine head level.
The fire continued to spread. 'The Staff Chief Engineer then proceeded
to A Deck end together with the Chief Engineer commenced shutting off
the diesel fuel and bunker oil tanks at the remote stations located

in the port and starboard passageways.

8. At approximately OTLS, while the Staff Chief Engineer was in the
process of shutting off the fuel tanks, all power was suddenly lost

on the vessel. The Staff Chief Engineer left the Chief Engineer to
complete closing the remote shuteoffs and proceeded to the Emergency
Generator Room located aft on the Main Deck. Although the emergency
generators were in operation within five minutes, the emergency lighting
was not energized in the machinery spaces or any other areas forward of
the Diesel Generator Room. Sometime during the morning the vessel's
boilers were secured because of heavy smoke entering the ventilation
system,

9. The fire was reported to the Bridge by telephone approximately 10
minutes after It started. The guartermaster on watch called the First
Officer, Dirk Moldenhauwer, who in turn notified Burkhard Telschow, the
Staff Captain and the Master, Ernst Langlott. Both the First Officer

end the Staff Captain proceeded by different routes to the scene of the
fire. The First Officer started into Boiler Room No., 2 and was proceeding
towards the door of the Diesel Generator Room when the power failure
ocourred. He retraced his steps and met the Staff Captain in the A Deck.
port passage outside the switchboard room. The Staff Captain ordered the
First Officer to sound the fire alarm-and notify the shore-side Fire
Department. Following the sounding of the elarm on the vessel's whistle
the crew reported to their fire stations, securing ventilation and closing
fire screen doors. Further efforts by the crew to charge the ship's fire
nmain by means of the emergency bilge and fire pump were not made because
the Fire Department preferred to use their own hose equipment. However,
the emergency bilge and fire pump energized by the Emergency Diesel
Generator was used later in the day to pump out the machinery space bilges.




10. The Hew York City Fire Department received the first alarm at OTL6.
At 0810 Marine Unit No. 2 arrived on the scene. An Engine Company was
already on the scene stretching hose down the pier. By this time the
heat was incereasing in the vent ducts and in the escape trunk and the
paint on the two uninsulated vent duct faces in the passenger Spaces on
all decks ccommenced to smoulder. TFire Department personnel were led to
the scene of the fire and were otherwise assisted by the members of the
vessel's erew who were familier with arrangement of the vessel. As soon
as the nature of the fire was known to the Fire Department it was evident
quentities of foam would be required and their efforts were immediately
directed to bringing the necessary foem pick-up tubes, applicators and
hoses to the scene. The Chief of the Lth Battalion responded to the
first alarm at O7T46. By 0819 he reguested another Marine Unit and at
0825 a second alarm was sounded. Shortly thereafter John T. O'Hagan,
Chief of the New York City Fire Department and Joseph F. Connor, Deputy
Assistant Chief for the Marine Division, arrived on the scene. '

11. Sometime during the first hour after the second alarm responsible
fire department personnel became eware thet the Diesel Generator Room was
equipped with a fixed COo extinguishing system and that the system had
not yet been utilized. All doors to the Diesel Generator Room were then
closed after personnel were evacuated, and at approximately 0940, after
the CO, manifold velve in the cross alleyway on A Deck at frame 100 had
been opened, one of the vessel's fire patrolmen entered the 002 cylinder
room on the Sun Deck and pulled the release cable serving the main bank
of cylinders. This failed to extinguish the fire.

12. Although up to this time the primary fire was contained within the
machinery spaces by the steel bulkheads of the escape trunk and the vent
ducts extending vertically above the Diesel Generator Room, secondary
fires and smoke were generated in the passenger and service areas on all
decks due to direct conduction of heat through the steel bulkheads. As
previocusly stated, the vent ducts at frame 100 passed through all the
decks and were not insulated on the two boundaries contiguous with the
passenger spaces. The Joiner construction consisted of wood furring
bolted directly to the bare steel of the bulkhead, Plywood and pressed-
wood paneling providing the interior decor, was attached to the furring.
Similarly a plywood false ceiling was attached to wood furring suspended
below the steel overhead. There was direct communication between the
concealed spaces behind the bulkhead paneling and the hanming ceiling.

13. The smoke on all the decks had become very dense and it was nccessary
for persons remaining in the interior passageways to work with breathing
apparatus. The Fire Department was equipped with Scott "Back-Pak" units




which they used. By now the furring strips commenced to smoulder in
those areas where they butted against the uninsulated faces of the
vent ducts. On R Deck, in way of the vent duct at frame 97, the
crackling of fire was heard behind the plywocd panels. The paneling
in this area was ripped off the bulkhead and the overheed and water
was directed on the burning wood extinguisghing the fire. This was
the most serious outbreak of fire reported outside of the machinery
gpace. By this time conditions on all other decks were generally the
Bame; heavy smoke, smouldering furring strips, and blistering paint.
On each deck a number of firemen were employed to remove the combusti-
ble ceiling and linings. For this purpose they used their own equip-
ment in addition to the tools available sboard the vessel.

14. Although & sprinkler system was installed throughout the accommo-
dation and service areas it was activated only in the starboard passagevway
on A Deck, frames 90 to 100. In other areas the sprinkler did not
release because the heat and fire was contained in the overhead sbove the
sprinkler or was otherwise screened from the sprinkler heads by the wood
paneling. The sprinkler discharge ceased when the gravity storage tank
vas exhausted. The sutomatic pump did not start because of the power
fallure. Subseguently, when & water supply was svailable from fire

boats, the Fire Department requested the sprinkler system not be activat-
ed as its use might hamper other fire Tighting efforts.

15. Eventually the Fire Department had three foam lines in service
attempting to smother the fire in the Diesel Generator Room. With
sufficient personnel on all decks ta cool the hot bulkheads the o
Fire Department opened the deampers at the top of the vent ducts to permit
the heat to dissipate upwards thereby reducing the horizontal heat

spread and allowing personnel manning the hoses in the Turbine Room to
approach closer to the seat of the fire. By 1430 the fire was extin-
guished although the residual heat on all decks and in the Diesel

_Generator Room remained intense.:

16. During most of the morning the Fire Department had approximately 15
hoses leading aboard the vessel from three fire boats and two land units.
However, the use of water was generally 1imited to cooling hot bulkheads
and extinguishing small blazes and smouldering woodwork. As a conseguence
fire fighting water did not rise above the door sills in the upper decks
in the fire area oOr above the floor plates in the machinery spaces.
During the course of the fire there was no appreciable change in the
vessel's draft or trim and the 1igt never exceeded 1-1/2°. Wabter was
furnished by the New York City Fire Department fire boats through their
own hoses and connections and the international shore connection was not
used. '




17. The Fire Department had on the scene at various times, 30 engine
companies, -11 ladder companies, 3 fire boats, and other units furnishing .
illumination, foam, and replemishment cylinders for fresh air breathing
devices. In extinguishing the fire the Department expended 300 gallons
of 3% foam concentrate and 127 cylinders for fresh air breathing devices.

18. 'The vessel's Tixed fire smothering system consisted of a central
supply of about 3300 pounds.of carbon dioxide gas and a plping system
connecting this supply to the forward holds, No. 1 Boiler Room, Neo. 2
Roiler Room, the Diesel Generator Room, and the after holds. Velves,
located in three manifolds on A Deck, controlled the distribution of
all or part of the supply to any of these spaces. The COp room was
located on the Sun Deck. Two manually operated release mechanisms were
provided, either of which could activate the system. One was located
on & bulkhead directly outside the COp, room; the other wags located at
one of the distribution manifolds. The system was not used in the
initial fire Tighting effort because it was believed to be a bilge
flooding system and the seat of the conflagration was several feet
gbove the bilge. Later the cylinders were triggered by pulling the
release cable within the €O room instead of at one of the release
stations. Subsequent examination of the system indicated that all of
the 50 cylinders had not been discharged. Also, a subsequent determin-
ation of the approximate volume of the diesel generator rocm indicated
that sbout one half of the COp, available would have been sufficient for
the total flooding of this space.

19. TFollowing the casualty, members of the Board visited the vessel.
Exzmination of the electrical circuits revealed the following: The main
feed cable from the starboard turbo-generator passed straight up to A
Deck and thence forward into the Switehboard Room located immediately
over the Diesel Generator Room. The maln feed cable from the pori
turbo-generator passed across the Turbine Room to the vessel's centerline.
Tt then passed forward to a point over the forward end of No. 3 diesel
generator and thence vertically through the deck into the Switchboard
Room. The fire, which originated epproximately 10 feet avay from the
point where the cables passed through-the deck apparently melted these
cables within 10 to 15 minutes from the time the fire started. This
caused a dead short in the port turbo~generator. The loss of this
generator together with Bo. 1 and No. bt diesel generators after their
fuel was shut off at approximately_OThB overloaded the starbonrd '
generstor, tripping it and causing the power failure. Further investi~.
gation revealed that some of the circuilts from the erergency generator
passed through the Diesel Generator Room enroute to the main switchboard
'and these were destroyed, also.
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20. All mechanical and electrical eguipment in the Diesel Generator
Room was exposed to extreme heat and flame and suffered unknown damage.
Examination of the fuel system revealed that the diesel fuel gravitated
from the day tanks to a horizontal fuel lire running along the engine
hend. At each of the gix cylinder heads a branch line fed a high
pressure pump which discharged into each injector. These branch lines
were connected by means of a union at each end. Some of the branch
connections were metallic and some were flexible rubber hose. The

two tanks located at the A Deck level at the top of the Diesel Generator
Room were each fitted with a gage glass. Teank soundings taken on
arrival indicated the port tank contained 4.1 tons and the starboard
tank contained 1.7 tons. After the fire it was noted that the gsge
glasses were destroyed and tank soundings revealed both tanks to be
empty.

21, Total damage to the vessel was estimated at $1,000,000. 1In addition
to the fire demage to the machinery and equipment in the Diesel Generator
Room, the steel bulkhead between Boiler Room No. 2 and the escape trunk
{freme 100) was buckled at the A Deck and the Restaurant Deck levels.
The damage by fire in the accommodation and service areas on a8ll decks
was limited to an area within a few feet of the ventilation ducts. to the
Diesel Generator Room and consisted primarily of charred and burned
furring strips and plywood. Fire fighting efforts resulted in additional
damage to the ceilings and linings on all decks, broken glass in windows
and port lights, and general damage due to smoke and water. The vessel
departed under tow for Cermany on 22 September 1966, and her ultimate
dispogition is not known.




CONCLUSIONS

1. 'That the fire orisinoted in the vieinity of the Fo. 5 cylinder head .
pump on the Ho. 4 diescl pencrator whem a low pressure feed pipe falled,
spraying diesel oil directly onto the engine head and exhaust manifold.

5. That due to subscquent {ire damage the cause of the failure of the
fuel line could not be determined. However, the probable cause is
ascribed to either or both of the following:

a. Malfunction of No. 4 diesel generator immediately prior -
to the fire set up excessive vibration whieh caused the
failure of the fuel line.

b. Failure of one of the fuel lines fabricated of rubber
hose due to deterioration and/or embrittlement.

3. 'That the flames and heat of the initial fire cracked the gage gldsses

on the diesel oil tanks located immediately forward and above the diesel
generators. This leaking oil fed the fire with approximately S$-1/2 tons
of ligquid fuel causing the fire to spread throughout the bilges of the
Diesel Generator Room and to continue to burn until this fuel supply
was largely consumed. ' '

4. That the primary fire passed vertically through the ship from the
bilges to the Navigation Deck. However, it was contained within the
steel bulkheads forming the boundaries of the vent ducts and the escape
trunk extending above the Diesel Generator Room. . :

5. That secondary fires, smoke, and fumes were generated on all decks
due to direct conduction of the heat of the primary fire through the
steel bulkheads of the vent ducts to the wood furring and linings which
were fitted to these bulkheads. .

6. That the horizontal spread of the secondary fires was restricted to
the immediate vicinity of the vent ducts extending above the Diesel
Generator Room for the following reasons:

a. The prompt efforts of the New York City Fire Department
in uncovering and combatting the secondary fires before
they propagated from the immediate vicinity of the vent
ducts.

b. The action of the New York City Fire Department in cooling

down the hot steel bulkheads and ripping off all combusti-
bles attached directly to these bulkheads. .




o. The action of the New York City Fire Department in
directing the opening of the vent dampers and other
closures on the Navigation Deck, directly above the
primary fire, so as to permit uncbstructed vertical
dissipation of the heat and smoke of the primary
fire.

d. The fireproof insulation, which was fitted in certain
areas of the escape trunk, effectively prevented the
conduction of sufficient heat to cause fire or
smouldering in the combustible materials attached to
the steel bulkheads in these locations.

7. That the primary fire produced sufficient heat to melt & section of
the main power cables where they passed through the Diesel Generator
Room. This disconnected all the generators from the main switchboard
except for the starbeoard turbo-generator. The latter was thereby
overloaded and tripped-out resulting in a total power fallure approxi-
metely 15 minutes after the fire atarted.

8. That the power failure de-energized two of the vessel's three fire

pumps. This resulted in a complete loss of pressure in the fire main

throughout the vessel. The vegsel's emergency bilge and fire pump was

energized from the emergency generator but, due to the availability of

fire fighting water from the resources of the New York City Fire
Department, it was not utilized as a fire pump.

9. That the sprinkler system functioned initially both by discharging
in 8 fire-affected ares and by indicating the existence of the fire.
However, due to the power failure, the sprinkier system did not _
continue to operate in the manner intended. Because of the circumstances
this 4id not contribute to the severity of this casualty.

10. That the initial efforts of the vessel's crew in fighting the fire
when it first started were ineffective for the following reasons: '

a. The fire, being in burning liquid, was not sufficiently
confined to be brought under control with portable dry
chemical extinguishers, :

b, The two porteble foam extinguishers which were used could

" not distribute a cohesive blanket over the fire area
because the foam stream had to be directed on the fire
from underneath and through a deck grating.




¢. The vessel's €O, system, which had sufficlent capacity
to totally flood the Diesel Generator Room,was not
used when the fire was first discovered.

11, That the subsequent efforts of the vessel's crew in assisting the
New York City Fire Depariment were orderly, efficient and well directed.
Thelr performance contributed materially to the successful extinguish-

ment of the fire.

12. That the New York City Fire Department performed in an exemplary
manner in fightinz end extinguishing the fire. The promptness with
which the Depsrtment brought tc bear a large force of fire fighters
and considerable npecialized equipment undoubtedly was instrumental in

preventing the spresd of Lhe fire.
13. That in consideration of the following factors:

a. The construction and arrangement of thes interilor paneling
in the vessel's sccommodation and service areas,

‘b, The effect of the power failure on the vessel's fire
fighting capability,

¢. The heat and intensity of the primary fire,

it is the opinion of the Board that the vessel's crew could not have
successfully combatted this fire if it had cccurred while the vessel

was at ses.
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RECOMMENDATTONG

1. That a copy of this record of investigation be forwarded to the

Govermment of the Federal Republic of Germany for information, study
and such action as deemed appropriate looking.to preventing a recur- .
rence of such & casualty and for improving the safety of life at sea.

2. 'That the Commandant continue his efforts to amend the International
Convention for Safety of Life at Sea, 1960, to require all signatory
governments to upgyade peassenger vessels which contain large amounts

of combustible material in their construction to obtain an acceptable
fire safety standard. E i
3, That the Commandant continue his efforts to obtain revision of the
construction stendards for new passenger vessels prescribed 1n the 1960
SOLAS to require the maximum use of incombustible material, as opposed
to reliance on sprinklers, detecting systems and the main fire zone
bulkheads.

4, That the Commandant seek to amend 1960 SOLAS to prohibit the use
of gage glasses on fuel tanks, unless such gages are provided with
devices which will automatically close in the event of rupture.

5. That action be taken to require passenger vessels which contain
large amounts of combustible materisl in their comstruction to be
provided with additional smoke masks and additional tools suitable
for the removal of combustible joiner work.

6. That the Commandant give consideration to directing a letter to the
Commissioner of the New York City Fire Department commending the action
of the Department in succesgfully combatting the fire. This will be
the subject of separate correspondence from the Board. '

i1
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SUPPLEMENTAL COMMANDANT'S ACTION
on

THE MARINE BOARD OF INVESTIGATION CONVENED TO INVESTIGATE
THE FIRE ON BOARD THE GERMAN PASSENGER VESSEKL SS HANSEATIC
ON 7 SEPTEMBER 1966 AT NEW YORK, N.Y., WITH NO LOSS OF LIFE

The record of the Marine Board of Investigation convened to
investigate subject casualty, together with the findings of fact,
conclusions and recommendations, was approved on 23 September 1966
subject to a comparison of the struotural and equipment conditions
of the S5 HANSEATIC and the corresponding standards applicable to
large ecean-going passenger vessels of the United States.

This comparison, which is 1imited to the locations involved in
or affected by the fire, has been undertaken in an endeavor to
ascertain areas which might require improvement in vessels of

the U.,5. The most critical items deserving consideration are:

1. Materials within accommodation and service spaces
2, Ventilation ducts _ :

3, Automatic sprinkler system

4., Carbon dioxide extinguishing system

5, Tubing used in fuel lines

6. Gauge glasses on diesel oll tanks

7. Routing of main turbo-generator cables

8, Bmergency power and lighting system




COMPARATIVE REMARKS

1. The HANSEATIC wvas substantially constructed and renovated
in accordance with Method II fire protection as described in
the International Convention for Safety of Life at Sea {SOLAS),
1948 which permitted extensive use of combustible materials.
Plywood and pressed-wood paneling for interior decor was
extensively fitted. Wood joimer work was bolted directly to
steel bulkheads. Essentially U,S, vessels are and have been
since 1936, constructed in accordance with Method I fire
protection which severely limits the use of combustible
materials and raquires internal divisional bulkheading capable
of preventing passage of flame for extensive periods.

2. The primary fire in the HANSEATIC passed vertically from
the diesel generator room via the ventilation ducts. Secondary
fires, smoke, and fumes broke out on all decks. Apparently
thera were nelther automatic fusible~1link dampers in these
ducts nor was insulation fitted to the ducts where contiguous
with passenger Spacos. A U.S. vessel of the same vintage and
history would probably have ducts from machinery spacas
insulated with fire resisting insulation and automatic fire

dampers would likely be fitted,

3., The HANSEATIC was equipped with an auntomatic sprinkler
system for protection of passenger accommodation and service
spaces in accordance with construction standards under Method
II of the 1948 SOLAS Convention. A similar vessel of the U.S.
would have employed Method 1 standards relying on containment
by incombustible fire barriers and an autematic sprinkler
system would not have been fitted.

4, while the quantity of carbon dioxide protecting the
auriliary machinery space was sufficient to totally flood the
space it was necessary to utilize this system as soon as the
fire was discovered. The delay of moro than two heurs in
actuating the system was eritical and rendered the system
ineffective. 1t is doubtful that systems as presently
jnstalled on U.S,. vessels, 1f the operation had baoen delayed
for a similar period, would have beon capable of extinguishing

a fire of such magnitude.

5e ‘ihe type of tubing used in the fuel line that failed was
avilently a short length of rubber. Most of the tubing used
on thu other generators for the same purpose was metallic and
undamasged by the fire. Rubbeor tubing for this type of" scervice
is not permitted on U.S. vessels., Where short lengths of
flexible non-metallic hose are permitted they must be wiro
reinforced and have a fire resistant cover.

-2-.




6, There was no testimony as to whether or not the gauge glasses
on the diesel oll tanks were constructed of heat-resistant glass
or were equipped with automatic closure devices., In light of
what was observed after the fire it would appear that the glass
was not heat=resistant nor were there any automatic closure
devices fitted to the gauge glass tank connections. Heat~
resistant materials and automatic closure devices to protect
against tank spillage should the gauge glass rupture are required
on U.,8. vessels,

7. With reference to the failure of normal power this was
evidently due to the routing of the main turbo-generator cables
through the forward diesel gencrator room, where the fire
originated, and thence vertically through the deck to the
switchboard room, SOLAS Convention and Coast Guard regulations
are minimal governing relative positions of main generators,
cable runs and their switchboards. Arrangements similar teo
those on the HANSEATIC may possibly be found in U.5. passenger
vassels.

8, After the power failure, cccurring within 13 minutes from

the commencement of the fire, the emergency generators came

into operation satisfaotorily, DBmergency power and lighting,
however, were not energized in the machinery spaces or other

areas forward of the diesel generator room at frame 100, Cable
runs from the emergency switchboard providing electric service
forward must have been routed through the diesel generator room
to the boiler room and were destroyed by the firc. Additionally,
it was necessary to energlze the emergency lighting and power
system manually. Manual systems are permissible on older U.S.
passenger vessels, however, those contracted for since

November 19, 1952 arwe equipped with a self contained power source
with automatic transfer equipment or diesel generators with auto-
matic starting and transfer equipment.

CONCLUDING REMARKS

1. Concurring with the Board's conclusions and recommendations
concerning the prompt efforts and action of the New York City
Fire Department, a letter was directed to the Honorable

Robert 0, Lowery, Fire Commissioner, New York City Fire
Department commending his Department in succossfully combatting
and extinguishing the fire. The alertness and skill so aptly
demonstrated by the more than 300 firemen and officers of his
Department who participated, deserve the highest praise. The
Coast Guard is pleased to extend a "WELL DONE" to each of them.




5. Concurring with the Board's recommendation that the
information in this investigation be forwarded to the Government
of the Federal Republic of Germany, & copy of the Board's report
was forwarded via the Department of State in September 1966,

3, ¥rom the comparative remarks it is apparent that moat of the
structural and materiel conditions which contributed to the
extensive fire on board the HANSEATIC do not exist on U.S.
passenger vessels. Therefore, the only action indicated is with
reference to the pesition of main generators, cable runs and
their switchboards. A regulation for new construction, calling
attention to the risk of losing power during a fire, will be
proposed to the Merchant Marines Council for its consideration,

L4, Concurring with the recommendations of the Board the .

Coast Guard has been active within the international maritime
comnmunity seeking to amend the fire protection provisions of the
International Convention for Safety of Life at Sea (SOLAS), 1960.

A. With reference to existing passenger vessols
considerable progress has bean made towards improving fire
protection standards by limiting the use of combustible materials
and by eliminating or reducing the effect of the so-called
Wgrandfather' olause, Some of the principal changes would
eliminate the use of wooden hulls, decks and deckhouses, reduce
areas in which combustible structural components could be used,
require steel fire resistant barriers and stairwell enclosures,
provide improved sprinkler systems and require fire mains under
pressure with immediately available watar. These amendments
to the 1960 SOLAS Convention are intended to ensure that all
existing passonger vessels have a reasonable degreeo of fire
safety for the remainder of their service life. The amendments
have been approved by the General Assembly of the Intergovernmental
Maritime Consultative Organization (IMCO) in a meaningful
international response to a serious problem, It is encouraging
to note that early ratification by member nations is indicated
and that some have already applied the changes to existing
passenger vasse;s without awalting formal ratification.

B, With reference to new passenger vessel construction
improvements have been discussed at great length during a series
- of intensive technical meetings within INCO during the past year.
Changes and additlons accepted by the Maritime Safety Committee
of IMCO will provide increased standards for fire pretection,
fire detection and flre extinction foxr new vessels over those
presently required by the 1960 SOLAS Convention. They will require

. T




dividing the vessel into main vertical zones using thermal
and structural boundaries, separation of accommodation spaces
in a similar manner, with restricted use of combustible
materials. The detection, containment and extinction within
the space of origin, with protective means of escape Or RCCesS
for fire fighting, and with readily available fire fighting
appllances are other underliying basioc principles for the
proposed now regulations. These international proposals

will be considered by the General Assembly of the
Intergovernmental Maritime Consultative Organization (IMCO)
in October of 1967. _

5. 'The Coast Guard, as the agency representing the United States
in international problems of Maritime Safety, will continue

to participate with other member maritime nations of the
Intergovernmental Maritime Consultative Organization {(IMCO)
toward cooperative, effective and expeditious resolution of

fire protection measures in passenger vessels.
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